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4 Chicago and Southern Air Lines DC-4,
NC 53102, operating as Flight 500 from
¥alquetia, Venezuels, via Havana, Cuba,
to New Orleans, Louisiana, struck several
trees while making an ILS (instrument
landing system) approach to Moisant Aar-
port, New Orleans, at 342401 March 13,
1849. The airplane, although damaged
considerably, was still controllable and
flight was continued to a normal landing
on Moisant Airport without iniury to any-
one on board.

Flight 500 departed from Havanz, Cuba,
on schedule on an instrument flight plan.
The flight crew consisted of Captain
Iloyd Rowe Davildson, First Officer Jack
Dillard Payne and Radio 0fficer Forest E.
Scott, When they arrived in the New Or-
leans area weather conditions were re-
ported as ceiling indefinite 800 varia-
ble, overcast lower broken, visibaility 3
miles, light rein, smoke and fog. New
Orleans approach control cleared the
flight to the Moisant range station at
2,500 feet and when it reported over the
range statlon, c¢leared it to the outer
marker for an ILS approach.

The ailreraft was a 1little above ap-
proach altitude over the outer marker
and flight was continued & short distance
out the ILS approach lez in order to lose
altitude. Following a normal procedure
turn, in which the flaps were lowered 15
degrees and the ailrspeed was reduced to
140 mph, the landing gear was lowered.

The airplane passed over the outer marker
mbound at an altitude of approximately
1,40 feet with the glide path and local-
izer well centered. Lower was then ad-
justed to maintain an airspeed of 130 mph.
The first officer advised intermittent
contact at 700 feet and at 500 feet re-
ported that he could see the runway and

1All times referred to hereln are Central Stand-
ard and based on the 2Z4~hour clock

25.92 niles frem the approach end of Runway 10,
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approach 1ights.3 The cartain elected to
continue on ILS for & instrument land-
ing procedure practice approach. The
first officer stated that as they neared
the middle marker he noticed that the
airplane seemed to be much lower than the
glide path receiver indicated and he no-
tified_ the captain that they were too
low. Power was immediately applied and
landing gear retraction begun. Almost
simultanecusly the airplane began strik-
ing the tops of cypress trees 90 to 100
feet in height. It then struck the com-
pass locater pole, spproximately 60 feet
high, located at the middle marker, 3,485
feet from the approach end of the runway.
As soon as the captain realized the air-
plane was still controllable, he lowered
the landing gear and continued straight
ahead to a normel landing on Runway 10.
Upon arriving at the loading ramp the
passengers deplaned, following which the
aireraft was towed to a hangar and placed
under guard. No one was allowed on board
pending arrival of the Board's investi-
gator.

Immedlately after the aceldent the
crew of Flight 500 reported the IIS glide
path unreliable and the tower then issued
a notice to airmen that the glide path at
Moisant Alrport was inoperative. When an
immediate check of the ILS ground in-
stallation revealed it to be operating
normally, the notice to alrmen was lifted.
The tower then solicited checks from in-
coming flaghts and at 2241, 17 minutes
after the accident occurred, an Eastern
Alr Lines flight made an IL$ approach
and landing and reported that everything
seemed normal.

Subsequent to the accident five cap-
tains of Chicago and Southern flights
who had made simulated 118 approaches to

EChicago and Southern's ILS mipimms for Molsant
Airport, New Orleans, were celling 300 feet, vlsibil-
1ty 5/4 mile.
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New (Qrleans repcrted difficulty with the
glide path. On March 14 a CAA DC-3, es-
pecialily equipped for flight checking ILS
ground installations, was flown to New
Orleans. Seven Tlight checks were made
of' the ILS equipment at Moisant Airport
on March 14, 15 and 18, and it was found
to be functioning normally 1n every re-
spect.

In view of the fact that ILS malfunc-
tionilng was reported by Chicago and
Southern pilots only, three of their air-
planes (one DC-3 and two DC-4s) were taken
from schedule as they came into New Or-
leans on March 15 and were flown down the
ILS approach path. It was found that the
ILS receivers in all three airplanes were
not properly calibrated.

On March 16 the glide path
was removed from the ailrplane
the accident and 1nstalled in another
Chicago and Southern DC-4 for checking.
Captain Davidson piloted the airplane on
this test and simulated as nearly as pos-
sible the approach he had made the night
of the accident. This flight showed con-
clusively that the ILS receiver was out
of calibration and that the cross-pointer
indicator did not give sufficient warning
to the pilot when the airplane was below
the glide path. Subsequent laboratory
tests confirmed that this receiver was
not calibrated properly.

Tes timony of Captain Davidson and First
Officer Payne indicated that their alti-
meters registered 1n excess of 250 feet
immediately prior to impact with the
trees. The station barometric pressure,
as furnished the flight by the tower just
prior to the approach was £9.99. Exami-
nation of the aircraft's altimeters sub-
sequent to the accident revealed them
both to be set at 29.99. Furthermore,
these instruments were removed from the
aireraft and appropriate tests conducted,
all! of which showed them to be function-
ing normally.

There seems to be no doubt that the
airborne ILS equipment in NC 53102 was
calibrated in such a manner that if the
pilot depended solely on its readings in
making an ILS approach tco the minimum
altitude, he would be misled as to his
position. However, sufficient alertness

receliver
involved in
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to other means at the crew's disposal for
determining the flight's altitude would
have precluded descending so dangerously
low during the approach. The altimeters
were properly set and as far as could be
determined were funetloning normally.
Moreover, the crew's testimony indicates
that not only were the runway and ap-
proach lights visible after reaching the
500~foot altitude, but also that there
was no scud or other obstructions to
visibility during the last portion of the
approach and at the time of impact with
the trees.

As a result of this aceident the Civil
Aeronautics Administration restricted
Chicago and Southern's operations to lo-
calizer only minimums during the short
period that its glide path receivers were
being recalibrated.

The airplane, carrier and c¢rew were
properly certificated for the flight in-
volved. Captain Davidson's service with
Chicago and Southern covers a period of
nearly 12 years. His total pilot time
is approximately 15,000 hours, 2,500 of
which were accumulated in the type of
aircraft involved. He stated that he
had made more than 100 actual and simu-
lated I1S approaches and that approxi-
mately 100 of them had been with First
Oofficer Payne. On March 16, 1949, he
was glven & thorough flight check in a
DC-4 at New Orleans in which he demon-
strated complete competency to conduct
instrument flight and ILS approaches.
First Officer Payne had been with Chicago
and Southern since November 1, 1945, IHe
had flown approximately 2,600 hours,
which a1neluded about 790 hours in the
type of aircraft involved.

The Board determines that the prob-
able cause of this accident was faillure
of the flight to maintain sufficient al-
ti1tude to clear obstructions during &
simulated ILS approach.
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